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1. INTRODUCTION

The need for an effective local, regional, and national transportation network touches every citizen
of West Virginia and the United States. Virtually every aspect of daily life depends on adequate
roadways and other modes of transportation. Whether it is for transporting our children to school,
getting us to work, or bringing goods to our stores from across the country or around the globe, an
adequate transportation network enables individuals to experience a higher quality of life by
improving access to social, economic, educational, and recreational opportunities. Since the need
and desire for safe and efficient transportation is so universal, citizens, businesses, and elected
representatives alike are concerned with the details of transportation maintenance, improvement,
and construction activities. In recognition of the impact that the transportation network has on our
Nation, the federal government requires each state to prepare a Long-Range Statewide
Transportation Plan. The purpose of these statewide long-range (i.e. at least 20 year) plans is for
each state to outline the strategies for how it intends to preserve and enhance the transportation
infrastructure for the traveling public with the resources that can reasonably be anticipated to be
available for those purposes.

Long-term goals and policies for the WVDOT currently reside in West Virginia’s 2050 Statewide
Long-Range Transportation Plan, which discusses in broad terms the long-range goals and
objectives of its member agencies, of which the West Virginia Division of Highways (WVDOH)
is a part. The current plan, which can be viewed at www.transportation.wv.gov, not only met
federal requirements in place at the time, but also went further than previous Long-Range plans in
discussing linkages to both the Statewide Transportation Improvement Program (STIP) and the
State’s Transportation Asset Management Plan (TAMP).

The State’s long-range transportation plan is by necessity both multi-modal in nature to reflect the
interconnectivity and interdependence of the various modes of transportation used for getting
people, goods and services from point A to point B, but is also intended to be a strategic document.
The plan also serves as a blueprint of what the State desires to achieve during the planning horizon
(i.e. currently 2050) and is not intended to specifically identify what needs to be done by the State
and or other entities to meet those goals. For example, the long-range plan identifies the goal of
“Safety and Security for All Users” but does not and could not realistically identify all construction
projects across all modes over a twenty-plus year period that would be needed to achieve that goal.
Achieving the goals and objectives of the long-range plan is complicated by the fact that private
not public entities are responsible for some infrastructure like railroads and shipping terminals and
as such states cannot force these private entities to construct facilities or locate in a specific area.
These outcomes are further complicated by the fact that even where modes are controlled primarily
by public entities (airports, highways, mass transit, etc.) funding at the federal, state and local level
for investing in these facilities is typically mode specific and each funding source has rules and
regulations governing how those funds can be utilized. This remainder of this STIP document
focuses on the funding and requirements associated with highways and public transit.




In order to ensure that states are working on near-term highway and transit initiatives that will
produce the desired strategic outcomes reflected in their long-range statewide plans as well as the
performance targets outlined in each state’s TAMP, states are also federally required to develop a
four-year program of federally funded projects that reflect what projects the State intends to
implement during the four-year period with the funds that are anticipated to be available for those
purposes. The four-year document is called the STIP.

In West Virginia, unlike the majority of states, State government rather than county or local
government, has ownership and responsibility for virtually all public highways. With this in mind,
it is important that the West Virginia Department of Transportation (WVDOT) and specifically
the West Virginia Division of Highways (WVDOH) and West Virginia Division of Public Transit
(WVPT) clearly outline the tasks and improvements that can realistically be funded in the near
future with not only federal funds, but also State funds. As a result, for a brief period the WVDOH
produced a six-year planning document referred to as the Six-Year Plan. This document outlined
both State and federally funded highway projects that the WVDOH anticipated implementing
during the period. Due to the documents overlap with the federally required STIP and timing
issues surrounding the updates of both documents, it generated considerable confusion. As such,
it was determined that a more prudent course of action would be to merge the two documents. As
an initial step in merging the two documents, in January 2008, the Agency produced the first Six-
Year STIP covering FFY 2008-2013, providing the outer two years for information only.

In November 2008 the merger process culminated when the 2009-2014 STIP was approved. This
was the first official document issued by the WVDOT, which included a listing of federal-aid
projects along with a listing of projects to be funded solely with State monies. The first four years
of the program served as the State’s official STIP and the remaining two years were provided for
informational purposes only. The development, adjustment and or amendments to the federally
funded portion of the document follow the required federal procedures and regulations associated
with the STIP. The currently approved STIP document covers FFY 2020-2025, with the last two
years (i.e. FFY 2024 and 2025) being for illustrative purposes only. While the STIP is only
federally required to be updated once every four years, the WVDOT has routinely updated the
document more frequently to revise and maintain a six-year planning horizon. For this update,
which is being developed to cover FFY 2023-2028, the WVDOT has opted to resubmit this
document to the Federal Highway Administration (FHWA), Federal Transit Administration (FTA)
and the public one year early. It is anticipated that future updates of the STIP will typically be
submitted on a biennial basis.

The STIP is not a static document and continues to evolve over time in an effort to keep the public
informed and engaged in the Transportation Planning and Programming process. Enhancements
have been and will continue to be implemented to keep the document relevant and compliant with
ever changing federal requirements.




The 2010-2015 STIP and all subsequent STIP documents have each provided a section outlining
the efforts that were made to improve the management and reporting of the program. The STIP
was organized so that all programmed projects would fall within one of the eight designated core
programs. The goal was to better manage assets to meet the program’s needs and with less
emphasis on the type of funding used. Furthermore, the types of investments and the amount of
funding directed to each of the sub-programs can be compared to targets contained in both the
State’s Long-Range Plan and TAMP.

The timing of federal legislation and the actions mandated by them will by necessity have a
significant impact on the work conducted on the transportation network and the content of required
documents, such as the STIP. As an example, the implementation of Public Law 112-141, the
Moving Ahead for Progress in the 215 Century (MAP-21) Act, which was enacted on July 6, 2012,
made significant changes to the programs through which transportation projects were funded.
Although project eligibility generally remained unchanged, the number of highway programs was
reduced in an attempt to give states more flexibility to deal with their specific issues. As a result,
the WVDOT had to transition its STIP away from SAFETEA-LU funding programs to MAP-21
programs. Subsequently, while the WVDOT was in the midst of updating its current FFY 2016-
2021 STIP, which was approved jointly by FHWA and FTA on April 22, 2016, a new multi-year
transportation bill was approved. Public Law 114-94, the Fixing America’s Surface Transportation
(FAST) Act, was enacted on December 4, 2015. In transportation circles, the abbreviations of
FAST Act and simply FAST are used interchangeably. Fortunately, the FAST Act, which covered
FFY 2016-2021, built upon the foundations of MAP-21 leaving many of the prior Act’s programs
and performance-based requirements intact. As such, the WVDOT was able to proceed with, and
gain approval of their current STIP. Most recently, Public Law 117—58, the Infrastructure
Investment and Jobs Act (11JA), was enacted on November 15", 2021, and covers FFY 2022-2026.
In transportation circles the new legislation is also commonly referred to as the Bipartisan
Infrastructure Law or (BIL).

At the time of this document’s preparation, only limited detailed information regarding the size
and scope of the Law and the ramifications for West Virginia’s STIP are available. However, a
STIP update is prudent at this time to address the new funding programs being initiated as part of
the I1JA, such as the Carbon Reduction program, Protect Program, Electric VVehicle Program, and
the Bridge Investment Program.

Although now somewhat dated, another example of how outside factors can impact the WVDOT’s
transportation program was the designation of the Huntington, WV-KY-OH metropolitan
statistical area as a Transportation Management Area (TMA). On July 18, 2012, the U.S. DOT,
FTA and FHWA announced that all urbanized areas with populations greater than 200,000, as
determined by the 2010 Census, are designated as TMASs. As a result of this announcement, a new
urbanized area that is generally centered on Huntington, West Virginia was identified during the
2010 Census with a population of 202,637 and was listed as a TMA. The new TMA not only




comprises portions of Cabell, Wayne and Putnam counties in West Virginia, but also extends
across state lines into Kentucky and Ohio.

Prior to the 2010 Census, the areas that comprised the new TMA already met lower urbanized
thresholds (50,000) that necessitated a host of additional planning requirements in order to be
eligible for federal-aid funds. Those functions are performed in part by Metropolitan Planning
Organizations (MPOs). Within West Virginia, the new TMA covers areas within the planning
boundaries of two MPOs, which are the KYOVA Interstate Planning Commission (KYOVA),
which serves Cabell and Wayne counties in West Virginia (in addition to Boyd and Greenup
counties in Kentucky and Lawrence County in Ohio) and the Regional Intergovernmental Council
(RIC) Metropolitan Planning Organization, which serves Kanawha and Putnam Counties. Funding
requirements associated with TMASs necessitated that West Virginia’s 2013-2018 STIP and
subsequent STIP documents be changed to reflect the sub-allocation of federal funds required for
TMAs. Since portions of both the KYOVA and RIC planning areas have been designated as a
TMA, a small part of the federal-aid highway funds apportioned to West Virginia are sub-allocated
for use solely within the TMA.

In similar fashion to the suballocation of funds for TMA'’s, as part of the I1JA, an additional sub-
allocation of funds for urbanized areas between 50,000 and 200,000 in population has been
required. The exact details and requirements associated with this additional population sub-class
have not been made available at the time of this report’s preparation. Any additional procedural or
funding requirements associated with this population group will be incorporated into the STIP as
information becomes available.

The state of West Virginia contains eight MPOs which are responsible for planning activities
within the urbanized areas of 50,000 or more population. This includes development of a long-
range Metropolitan Transportation Plan (MTP) which spans a minimum of 20 years, as well as a
local Transportation Improvement Program (TIP). Metropolitan Planning Organizations TIPs are
approved at the local level, and by the Governor, for incorporation, without change, into the STIP.
This process allows potential submissions to be compared with the Statewide Transportation Plan
and local Metropolitan Transportation Plans. The coordination of the WVDOT and the MPOs are
outlined in the STIP Operating Procedures.




The eight Metropolitan Planning Organizations are identified below:

BELOMAR (Ohio and Marshall Counties)
BHJ (Brooke and Hancock Counties)
FRMPO (Fayette and Raleigh Counties)
HEP (Berkeley and Jefferson Counties)
KYOVA (Cabell and Wayne Counties)
MMMPO (Monongalia County)

RIC (Kanawha and Putnam Counties)
WWW (Wood County)

N LD E

The Six-Year STIP includes a wide variety of projects including roadway, bridge, bicycle,
pedestrian, safety and public transportation (transit) projects. While the primary concern of this
document is federally funded projects, Regionally Significant State funded projects are also listed.

The FFY 2020-2025 STIP was a significant departure from prior STIPs, in that West Virginia
began to utilize the ability to “group” some projects for financial constraint and administrative
purposes rather than listing all projects individually. Most highway projects are typically defined
by three phases of activity, such as ENG (Design), ROW (Right of Way) and CON (Construction).
Each phase of a standalone project is shown in its respective year of anticipated authorization. The
federally funded portion of the STIP is fiscally balanced (or constrained to include projects for
which there is committed funding available) and includes project phases that have a reasonable
expectation of being ready for implementation by the year listed. Grouping allows for certain
projects that meet specific criteria to be combined and represented as line items in the STIP. The
primary purpose of grouping is to avoid delays in project implementation by providing flexibility
and limiting the administrative actions required on lower cost projects that will have negligible
environmental impacts. All information relating to the individual projects that comprise the group
as they are determined are still maintained and available for public review. The WVDOT intends
to continue to utilize groupable projects for the FFY 2023-2028 STIP. A more detailed discussion
of how the WVDOT has implemented “grouping” into the STIP will be presented later in this
document.

Projects are subject to many considerations and actions from conception to completion that may
impede or accelerate their progress. These considerations may include policy decisions; changes
in design requirements; conflicts with other scheduled activities; unforeseen circumstances such
as cutbacks in funding; shortage of manpower; or inflation of project costs. Project cost estimates
are based on best available engineering estimates at the time the STIP is developed. As required
by MAP-21, FAST and I1JA, the projects are shown in anticipated year of expenditure dollars;
however, final cost for the actual projects may differ as the projects are refined in the project
development process prior to construction. When a project is adversely affected by any of the
above-mentioned factors, the projected fiscal year dates and/or costs will be adjusted accordingly.




Given the complexity of the STIP document and its emphasis on financial constraint a description
of how the WVDOT is organized and how it obtains and is required to direct its financial resources
is warranted and in reality, necessary for the public to provide meaningful input into the
transportation planning and programming process.

2. WEST VIRGINIA DEPARTMENT OF TRANSPORTATION

Comprised of more than 5,000 employees, the West Virginia Department of Transportation
(WVDOT) provides essential services in transportation, tourism and economic development.
These services provide for the safety and protection for the citizens of West Virginia, as well as
the traveling public, through a modern highway, rail and airport system.

The WVDOT consists of the following agencies:
e Division of Highways
e Division of Motor Vehicles
e Office of Administrative Hearings
e Division of Multimodal Transportation Facilities
e Parkways Authority

The West Virginia Division of Highways (WVDOH) is responsible for the planning,
engineering, right-of-way acquisition, construction and maintenance of more than 34,000
miles of State maintained roads. Being only one of four states, including Virginia, Delaware
and North Carolina, West Virginia owns virtually all of the roadways within the State and does
not split roadway jurisdiction with a county or a township system. This equates to 89% of the
public roads being the responsibility of the WVDOH with the remaining 11% being owned by
a municipality, a federal agency or the West Virginia Parkways Authority. Additional
responsibilities include highway research, outdoor advertising, roadside development, safety,
bridge inspection and dissemination of highway related information. These responsibilities
are administered by the several divisions situated within the central headquarters (such as
Engineering Division, Right-of-Way Division, Traffic Engineering Division, Operations
Division, etc.) and by the ten districts located throughout the State. The districts and their
respective counties are as follows:

e District 1: Boone, Clay, Kanawha, Mason, Putnam

e District 2: Cabell, Lincoln, Logan, Mingo, Wayne

e District 3: Calhoun, Jackson, Pleasants, Ritchie, Roane, Wirt, Wood

e District 4: Doddridge, Harrison, Marion, Monongalia, Preston, Taylor

e District 5: Berkeley, Grant, Hampshire, Hardy, Jefferson, Mineral, Morgan
e District 6: Brooke, Hancock, Marshall, Ohio, Tyler, Wetzel




e District 7: Barbour, Braxton, Gilmer, Lewis, Upshur, Webster
e District8: Pendleton, Pocahontas, Randolph, Tucker

e District 9: Fayette, Greenbrier, Monroe, Nicholas, Summers

e District 10:  McDowell, Mercer, Raleigh, Wyoming

The Division of Multimodal Transportation Facilities fosters the development of public
transportation services in the State and administers federal and state transit programs by being the
designated State organization for the receipt of Federal Transit Administration (FTA) funding. The
Division assists public transportation providers, not by actually operating buses and vans, but by
keeping local systems safe, efficient and effective through financial support, technical and
administrative assistance, statewide marketing and training. The Division ensures that all Federal
Transit Administration grant requirements are met by the Division and its subrecipients.

The Division is also the state safety oversight agency (SSOA) responsible for West Virginia for
overseeing West Virginia University’s (WVU) safety program for the Morgantown Personal Rapid
Transit (MPRT) system operated by WVU.

Some of the numerous services that the Division provides transit providers include:

» Distribution of operating and capital assistance to small urban and rural transit systems to
help cover cost of essential public transportation services and miscellaneous equipment,

» Serving as a central procurement source for vehicles and communication equipment for
The Section 5310 and 5311 providers (transit authorities and private non-profit agencies),

* Providing planning and technical assistance, either directly or through contractors, to
enhance the safety, efficiency and effectiveness of transportation services in the State,

» Providing driver training on the safe and proper ways to transport the elderly and disabled,
as well as provide access to supervisory training, defensive driving, mechanics training and
many other topics,

* Documenting and promoting the benefits of public transportation for both users and
nonusers,

* Provides information and guidance on responsible funding levels to support the
development and enhancement of public transportation facilities and services.

* Ensures compliance with numerous federal requirements attached to Federal Transit
Administration funding. The Division administers five FTA programs for the State of West
Virginia. They are:

e Section 5304 Statewide Transportation Planning Program




e Section 5310 Enhanced Mobility of Seniors and Individuals with Disabilities
e Section 5311 Rural Area Formula Program

e Section 5329 Transit Safety and Oversight

e Section 5339 Bus and Bus Facilities

Two other FTA programs are included in the STIP, the Section 5307 Urbanized Area Formula
Grants, utilized by transit organizations situated within the eight metropolitan areas of the State,
and the Section 5337 State of Good Repair Grants utilized by West Virginia University for the
Personal Rapid Transit facility. Both of these organizations are direct FTA recipients; this funding
is not administered by the Division.

On November 15, 2021 President Biden signed the Infrastructure Investment and Jobs (11JA) Act
of 2021(11JA) into law. The I1JA enacted $91 Billion through the act’s five-year span, FY2022-
2026, for reauthorized transit programs. FTA Formula programs will be increased by 30% in
FY2021-2022 and a 5% increase for subsequent years.

The 11JA replaces the FAST Act which authorized $61.1 billion over the five fiscal years (FY)
2016 through 2020 for programs administered by the FTA.

The FAST Act, took effect in FFY2016 and provides funding through FFY2020. The FAST Act
continued many trends first initiated in the Moving Ahead for Progress in the 21st Century Act, or
MAP-21 such as safety, transit asset management and discretionary federal programs.

The Division is revising, per FTA timelines, it’s group Transit Asset Management plan that
includes all the State’s recipients of FTA Sections 5307, 5311 and 5310 (where applicable). In
addition, the Division has issued yearly performance targets based upon the plan. This has allowed
the Division to have enough information to begin committing resources to areas shown to be
deficient by the yearly inventory analysis for the performance targets.

The Division and the small urban transit agencies, working with a consultant, developed and
implemented Public Transit Agency Safety Plans (PTASP). Using these plans, the small urban
transit providers set individual transit safety performance measures yearly.

Our communities are enriched by a safe, affordable public transportation system and this
contributes to the economic vitality of the State. West Virginians and visitors to our State depend
on public transportation daily - for work, business, recreation, shopping, and access to education
or medical services. Many elderly, disabled and economically disadvantaged citizens rely on
public transportation and making the choice for using public transportation can help reduce traffic
congestion and help the environment. For these reasons the Division is committed to the STIP
process as a means of continuing to provide funding for these services.




3. FINANCIAL RESOURCES - STATE ROAD FUNDS

While it would seem deceptively simple for WVDOH staff to identify all highway improvements
that will occur over the next six years on roadways under its jurisdiction, the reality is that
providing that information with a reasonable degree of accuracy is quite difficult. Before a program
that identifies future highway improvements can be laid out, it is important to understand the many
functions that the State Road Fund (discussed below) must support and the limited funds which
are available. The activities of the WVDOH are funded almost exclusively from the State Road
Fund, which receives its funding from State revenue collections and federal reimbursement. The
State revenue component of the State Road Fund is derived from motor fuel taxes, registration
fees, privilege taxes, and miscellaneous income levied and generated at the State level. The federal
component is derived from federal-aid reimbursements available to the State through national
federal-aid highway legislation. Federal-aid highway funds are generated predominantly by motor
fuel taxes and fees levied at the national level and are deposited in the Highway Trust Fund. In
order to help highway departments plan and schedule projects, Congress will typically pass
legislation that authorizes the expenditure of federal-aid funds over a multi-year period and
specifies how those funds are to be distributed among the states. The current multi-year federal
reauthorization legislation as mentioned previously is the Infrastructure Investment and Jobs Act
(1JA), which was signed into law on November 15, 2021, and replaces the prior multi-year
legislation (FAST). As mentioned previously, the 11JA covers FFY 2022-2026. As such, two of
the six years covered in the WVDOT’s FFY 2023-2028 STIP will have to be based solely on
assumptions regarding the potential size and scope of any federal transportation program after FFY
2026. To this end, it is assumed the federal government will continue to invest in highway and
transit initiatives at the same level as 11JA. However, the simple lack of any clarity or certainty
regarding their involvement helps to illustrate how difficult it is to plan and budget for a multi-
year program that relies on estimates and anticipated funding from a highway bill that has not been
drafted. Given the uncertainty that exists surrounding the level of federal support in the outer years
and the direct impact it will have on West Virginia’s STIP, conservative assumptions are prudent.
Specifics regarding those assumptions will be explained later in this document.

The State Road Fund collected $1.062 billion in State revenue for State Fiscal Year (FY) 2021
(see Figure #1). Those revenues were generated from four basic categories: Motor Fuel Taxes,
Registration Fees, Privilege Taxes, and Miscellaneous Revenues.




FIGURE #1
STATE ROAD FUND REVENUE
(State Components) FY 2021
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While the Motor Fuel Tax has served as the primary revenue generator for the State Road
Fund, it has at times come under scrutiny, especially when retail fuel prices significantly
increase, which in turn generated Legislative action. A brief outline of some of the past volatile
activity regarding Motor Fuel Tax rates in West Virginia follows below.

The Motor Fuel Tax rate was 27¢ per gallon in calendar year (CY) 2006 and had increased to
31.5¢ per gallon for CY 2007 and subsequently increased to 32.2¢ in CY 2008 due to a
continual rise in the variable rate component of the State’s Motor Fuel Tax. In response to the
run-ups in retail fuel prices in 2007 and 2008, the Legislature forestalled a subsequent increase
in the variable rate by freezing that portion of the Motor Fuel Tax at a rate of 11.7¢ for CY
2009. The actions taken by the Legislature represented the second time during a five-year
period where the variable rate portion of the tax had been frozen. In an effort to curb dramatic
swings in the variable portion of the Motor Fuel Tax, in November 2009, the Legislature
revised West Virginia Code and established a new floor for the variable rate portion of the tax,
which was previously established at 4.85¢ per gallon. The new rate was based on 5% of a
minimum wholesale price of motor fuel of $2.34 per gallon, which is equivalent to 11.7¢ per
gallon. The rate is calculated by the Department of Revenue yearly and any adjustment in the
rate is effective on January 1 of the next year. In addition to the higher floor value, a maximum
annual variance in the variable rate portion of the tax was set at 10% (i.e. the variable rate can
adjust up or down no more than 10% from the prior year). Because of this change made, the
variable rate the rate increased to 11.7¢ per gallon in CY 2010. After 2010, the variable
component continued to change annually CY 2011(11.7¢), CY 2012 (12.9¢), CY 2013 (15.6




¢), CY 2014 (15.2¢), CY 2015 (14.1¢), CY 2016 (12.7), CY 2017 (11.7¢) without incident.
However, early in 2017, the Legislature again revised West Virginia Code and established a
new floor for the variable rate portion of the tax increasing it to $3.04 per gallon and made it
effective July 1, 2017. As a result of the changes made, the variable rate portion of the Motor
Fuel Tax increased from 11.7¢ per gallon to 15.2¢ per gallon for the second half of CY 2017.
The rate has remained the same for CY 2018 thru CY 2022.

In addition to the actions regarding the variable rate portion of the Motor Fuel Tax, in
November 2009, the Legislature also set the flat rate portion of the Motor Fuel Tax
permanently at its current rate of 20.5¢. Prior to the change, the flat rate portion would have
reverted to 15.5¢ per gallon on July 31, 2013. The flat rate component of the Motor Fuel Tax
has remained unchanged through the first half of FY 2022. As the result of these changes, the
total Motor Fuel Tax rate for FY 2021 was set at 35.7¢ per gallon, respectively. During FY
2021, the Motor Fuel Tax generated $399.5 million in revenue. It should be noted that the FY
2020 and 2021 values were both lower than during FY 2019. The drop in revenue is attributed
to the Covid pandemic, which has had the ancillary effect of reducing travel and fuel
consumption. It appears that the revenue generated from the Motor Fuel Tax will begin to
rebound in FY 2022.

For the purposes of this document, Registration Fees encompass not only vehicle registration
fees but also driver’s licenses, permits, and litter control fees. Vehicle registration fees are
based on a vehicle’s classification and are renewed annually or on a multi-year basis. Driver’s
licenses and learner’s permit fees are imposed on persons qualified to operate a motor vehicle.
In CY 2017, in conjunction with changing the variable rate floor value of the Motor Fuel Tax,
the Legislature also acted to significantly increase a number of the components that make up
Registration Fees, which had not been modified in decades. Some examples are that the cost
of Registration increased from $30 to $51.5 per year and Titling was increased from $10 to
$15. As a result of the changes imposed, revenue generated be Registration Fees into the Road
Fund increased from $104 million in FY 2017 to $150 million in FY 2018. Revenue from
Registration Fees has also been negatively impacted by the pandemic. After peaking in FY
2019 at $170.5 million, revenue decreased to $124.2 million in FY 2020 and then rebounded
to $138.4 million in FY 2021.

The Privilege Tax, imposed when the certificate of title is issued, was first enacted in 1935 at
a rate of 2% of the vehicle value. The rate was increased to 5% in 1971 and remained
unchanged until 2017. As was the case with Registration Fees and the Motor Fuel Tax, the
Legislature took action increasing the rate from 5% to 6% to be more consistent with other
sales taxes. InFY 2017, Privilege Taxes generated $204 million in revenue. Due in large part
to the Legislature’s action, in FY 2018, revenue generated from Privilege Taxes increased to
$250 million. Unlike the Motor Fuel Tax and Registration Fees, revenue from the Privilege
Tax actually increased during the pandemic. Revenue from the Privilege Tax increased from




$265.5 million in FY 2020 to $301.0 million in FY 2021. The growth is attributed to the
significant increase in the cost of used and new vehicles caused by worldwide parts shortages.

Miscellaneous Revenue sources typically include revenue from interest on investments, map
sales, permits, etc., and have historically been small in comparison to the other revenue sources
of the State Road Fund. However, due to several legislative actions, Miscellaneous Revenue
now frequently accounts for a larger share of State Road Fund monies. One of the most
significant impacts was a legislatively mandated yearly transfer of revenue from the State’s
General Fund to the State Road Fund, which was intended to offset costs incurred by the
WVDOH when its contractors pay State Sales Tax on construction materials. The amount of
the transfer varied yearly depending on the size and scope of the WVDOH’s construction
program, but typically added several million dollars to the State Road Fund annually. The
mandated transfer was eliminated in 2017.

In addition to the recurring transfers of funds, mentioned above other one-time initiatives have
been pursued legislatively to bolster the Agency’s budget in a given year. In FY 2010, in an
effort to stabilize the Agency’s paving program, which had been impacted by a severe
economic downturn, the Legislature transferred $27.3 million from the Motor Fuel Shortfall
Reserve Fund to the State Road Fund. As a result of the mandated funding transfers, the amount
of Miscellaneous Revenue collected increased by $10.7 million from FY 2009 to FY 2010. In
FY 2011, there were no such supplementary transfers; however, in FY 2012 the Legislature
transferred $15 million from the Lottery Revenue to the State Road Fund to once again bolster
the Agency’s paving program. As such, in FY 2012, Miscellaneous Revenue was significantly
higher than the preceding year and accounted for $45.8 million of the State Road Fund’s
revenue. In FY 2013 there were no supplementary transfers and Miscellaneous Revenue
decreased to $36.1 million, of which the transfer of sales taxes for highway construction
materials accounted for $11.3 million of total FY 13 Miscellaneous Revenue. In FY 2014, the
Agency experienced a reversal of fortune. As mentioned previously, the variable rate portion
of the States Motor Fuel Tax increased from CY 2012 to 2014 due to higher energy prices as
the economy rebounded from the Great Recession, which helped stabilize the State Road Fund.
However, despite the uptick in the economy the State’s General Fund had not fared as well as
the State Road Fund. As such, in FY 2014, the annual mandated transfer of Sales Taxes was
supposed to be postponed to FY 15 but was ultimately abandoned altogether. The revenue
woes of the State’s General Fund continued for the following three consecutive fiscal years
and during each year (FY 2015, FY2016, FY 2017) the mandated annual transfer was
forestalled and eventually eliminated altogether, as mentioned previously. Despite the lack of
these funds, the Miscellaneous Revenue Component of the State Road Fund continued to
increase to ($21.0, $23.0, and $26 million), in those respective years. The increases were due
in large part to contributions from natural gas companies to partially offset damage done to
State roads during their pipeline and well construction associated with Marcellus and Utica
Shale.




Although the yearly mandated transfer was eliminated, the Legislature has continued to inject
General Fund surpluses into the State Road Fund. These transfers are not required and cannot
be predicted. Furthermore, these transfers are usually tied to specific initiatives desired by the
Legislature, such as Secondary Road Maintenance. According to the WVDOH Budget
Division, $104.2 million was transferred in FY 2019 for Maintenance and Equipment, and
$150 million was transferred in FY 2021 for General Revenue surplus (GRS) non-federal aid
maintenance projects. In addition, to transfers of funds to the State Road Fund, other initiatives
like the Medical Access Road Program (MARP), which was a biproduct of the federal CARES
Act, provided $50 million in FY 2020 for transportation projects that were ultimately
reimbursable by the federal government. While any infusion of Revenue is helpful, the lack of
predictability and potential spending mandates makes long-term planning difficult.

The net effect of the adjustments and legislative actions discussed above on the State Road
Fund over the last six fiscal years is shown below (see Figure #2). As can been seen, overall
revenue trended upward from $712 million in FY 2016 to over $1.06 Billion in 2021. Due to
the flurry of legislative actions that have taken place since CY 2017, which have altered the
Agency’s revenue streams, and additional federal relief it is difficult to predict with any high
degree of certainty the amount of revenue that will be available for highway construction
initiatives over a six-year period as is federally mandated.




FIGURE # 2
SIX YEAR STIP REPORT
STATE ROAD FUND REVENUES
ACTUAL COLLECTIONS
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The foundation of the STIP is available revenue, both federal and, more importantly, State. A
review of Figures #1 and #2 indicates that State revenues from four components (Motor Fuel
Tax, Privilege Tax, Registration Fees, and Miscellaneous) contributed $1.062 billion to the
State Road Fund in FY 2021. When comparing collections in FY 2016 to FY 2021, collections
rose roughly 49%. While some of the growth is attributed to the legislative action to raise
Registration Fees and the Privilege Tax rate, a large part of the revenue increase was due to a
one-time transfer from the General Fund that cannot be relied upon. Conversely, other




components are being negatively impacted by the pandemic. Given the volatility that currently
exists, a conservative forecast is prudent.

In order to develop estimates of future deposits into the State Road Fund, the WVDOT
typically relies on the expertise of individuals at the West Virginia State Tax Department, as
well as internal staff, for the development of its short-range revenue forecasts. Revenue
forecasts are predicated on a number of underlying factors and assumptions. Some of the most
important assumptions deal with the anticipated cost and consumption of oil and motor fuel
and, to a lesser extent, their impact on human behavior (e.g., if fuel costs remain high, will
individuals continue to buy larger more expensive cars or will they buy smaller more fuel-
efficient vehicles, will they carpool or will they continue to drive alone, will they utilize public
transit more, etc.).

Ideally, the underlying factors for developing State revenue projections would not fluctuate
dramatically; however, the conditions for projecting the State’s transportation revenues have
been far from ideal in recent years. Relatively recent legislative changes to several of the
revenue components of the State Road Fund, coupled with the impacts of the Covid pandemic
and a number of one-time General Fund transfers has made the development of reliable long-
range and even short-range forecasts nearly impossible. Given the ongoing volatility of
revenue components, the WVDOH believes that for planning purposes associated with the
STIP, it should rely on the revenue estimates generated for the recently completed LRTP as
opposed to the traditional sources of data for most of the planning horizon.

In contrast to the “official revenue projections” currently available, the baseline revenue
projections from the LRTP tend to show a slower recovery from the pandemic than the State’s
current estimates. The LRTP baseline forecast for each of the components of the State Road
Fund for FY 2023 through 2028 can be seen in Figure #3 below. The FY 2022 value is based
on the current “official” estimate. The primary driver of the LRTP revenue forecast is the
State’s population. It has tied population trends to the various revenue components of the State
Road Fund. A simplified explanation would be more people need more cars and drive more so
as population rises Privilege Tax, Registration Fees and Motor Fuel consumption would all
increase. The baseline LRTP forecast assumes that the State’s population will slowly shift from
its downward trend since the 1950’s to modest growth.







